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Abstract 
Management of change in construction organisations to capture internal knowledge and 
maximise innovation is central to construction process reeengineering. Recent 
international trends toward privatisation and outsourcing of many government functions 
has seen wholesale changes to the role of government departments. In Brisbane, 
Australia, the Port of Brisbane Corporation has responsibilities for development and 
maintenance of all port and harbour facilities in the Brisbane region. The PBC is an 
acknowledged leader in encouraging internal technical development. Yet 20 years ago, 
this organisation operated as a small division within a large and bureaucratic 
Queensland Government public service department.  
This paper reviews construction project procurement strategies for the port’s civil 
and structural facilities since a separate organisational entity with responsibilities for 
Port of Brisbane was formed in 1976. The Port of Brisbane Corporation serves as an 
initial case study setting for a larger research project studying innovative practices in 
the context of the trend towards corporatising and privatising public sector 
organisations. 
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1.0 INTRODUCTION 
 
1.1 Port of Brisbane Corporation: Brief History 
The Port of Brisbane Corporation (formerly Authority) was established in 1976 to 
manage and develop a new deep sea port at the mouth of the Brisbane River to service 
the city of Brisbane—the capital of the State of Queensland—and the extensive 
hinterland. It was decided that these operations should be separated from the former 
Queensland Government, Department of Harbours and Marine, to specifically cater for 
and concentrate on the development (Port of Brisbane Strategic Plan, 1974). 
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The Department of Harbours and Marine was commissioned by the State 
Government to undertake a review of the role of Port of Brisbane in the context of the 
national trade environment. This resulted in the production of The Port of Brisbane 
Strategic Plan in 1974 that determined that existing up-river facilities were inadequate. 
In order to allow for future trade growth, a new port was required. This would allow for 
larger ships to visit Brisbane more frequently. State Cabinet considered the 
recommendations contained in the plan and enacted this important decision. The Port 
Authority was to be governed by the Board of Directors (Brisbane Port and Shipping 
Handbook, 1995). In 1974, Fisherman Islands was formally selected for the new port 
from among the three proposed sites: Juno Point, Wellington Point and Fisherman 
Islands.  
Under the recommendations of the plan a new access causeway, two road bridges 
and one rail bridge were constructed. The first berths and wharves were developed. 
Awarded in 1977, the initial 600m container wharf at Fisherman Islands was the longest 
wharf ever built in Brisbane as one project. The coal export facility, grain terminal, 
cement and clinker grinding plant and more container cargo terminals also were 
established during the active development period to 1990 (Brisbane Port and Shipping 
Handbook, 1995) 
By 1992 since the objectives of the 1974 report were largely met, a new strategic 
plan was prepared for adoption by Port of Brisbane Authority (PBA). In this document 
titled Key Port Brisbane Strategic Plan to 2005 and Beyond, the importance of the 
port’s competitive advantage was stressed. This was to become a new direction for PBA 
in the near future. The plan recommended further development of the port including 
new container terminals, container parks, warehouses, rail and road links, public park 
areas and many other developments.  
In 1994, Port of Brisbane Authority was corporatised—meaning that clear financial 
targets were set and evaluated against commercial performance indicators. It also meant 
that PBC had a responsibility to pay an income tax equivalent, sales tax, land tax and 
annual dividend to the State Government. PBC also operated with increased 
accountability to the Shareholding Ministers (the Minister for Transport and the 
Treasurer) through the Statement of Corporate Intent and 5 Year Corporate Plan. In 
summary, corporatisation for PBC meant improving its services through competition. 
Today the PBC is governed by the Board of Directors appointed by the Governor in 
Council on the recommendation of the Shareholding Ministers (PBC Annual Report 
1994/1995).. 
According to Martin (1995), PBC’s former Chief Executive Officer, before 
corporatisation Port of Brisbane was a successful and well established commercially-
focused organisation. PBA had a significant degree of autonomy right from the 
beginning. In fact one of the reasons for its establishment was to enable it to act in an 
independent and commercially responsive way (i.e. entrepreneurship) in developing the 
new port rather than going through normal Cabinet and departmental procedures. The 
main focus for PBA from its inception was to attract business from other major ports in 
Australia The management systems adopted by PBA (e.g. the Board of Directors, 
accrual accounting method) were considered the standard in private sector 
organisations. Thus, the impact of transition from authority to corporation was not very 
dramatic for Port of Brisbane. In short, corporatisation meant gaining even more 
autonomy to enhance the PBC’s ability to promote the Brisbane port as a most 
progressive and integrated port serving the Asia-Pacific region. 
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Brisbane became the most cost-effective port in Australia in 1994, after the 
berthage charges (charge levied by wharf owner for a vessel occupying a berth) on 
cargo vessels were abolished. This led other ports to also reduce their charges (PBC 
Annual Report 1994/1995). One of the major indicators confirming PBC’s competitive 
port status was a 1995 Waterfront Report published by the Bureau of Industry 
Economics placing Brisbane first among Australian ports in timeliness and reliability, 
and second in efficiency measured by craneage rates (PBC Annual Report 1994/1995). 
This statement reflects the issue of competitiveness in the transport industry, more than 
the construction industry which traditionally was considered not to be very flexible, 
especially with respect to the public sector companies. 
The recent change of State Government and PBC Board during 1996 resulted in a 
need to develop a new strategic plan to be published in the latter half of 1997. One of 
the new directions for PBC is to serve as a member of the consortium operating the 
Brisbane Airport. Recently, the Board also expressed an interest in PBC becoming a 
developer and operator of commercial trade endeavours such as container parks . 
The future practices and directions for PBC reflect a national and global trend of 
commercialising public sector organisations i.e. improvement of competitiveness by 
gaining additional commercial responsibilities. This term also implies potential changes 
in the management structure and elimination of excessively bureaucratic procedures.  
The following sections outline the PBC’s construction project management 
strategies portraying some ideas that were adopted and how they have advanced during 
the period of the Port of Brisbane’s existence. This review reflects the process of 
internal corporate innovation regarding construction project procurement. 
 
2.0 PROJECT PROCUREMENT PROCESS AT PORT OF BRISBANE 
This section reviews the elements of the project procurement process at Port of 
Brisbane. It tracks each stage of the process—from contract characteristics, use of pre-
qualification and quality assurance criteria, design and construction and fast tracking, 
developing client/contractor relationships, concept development, detailed design and 
documentation to handover management and maintenance procedures. Each element is 
considered by reference to actual examples from the Port of Brisbane Corporation’s 
history. 
 
2.1 Contract Characteristics 
Over the twenty years of its existence, Port of Brisbane Corporation has largely 
developed its own techniques, and enhanced existing systems for design and 
documentation of projects. These techniques are flexible and can be changed according 
to the cost and complexity of the specific project and internal capabilities. Port 
development is very diverse and includes many types of engineering and building 
projects from rockwalls, wharves, bridges, roads, buildings, container parks and 
warehouses to landscaping and drainage. Therefore, the emerging pattern of innovative 
procurement methods may not be immediately obvious, giving the impression of a 
mixed bag of facility delivery methods. This exploratory study will therefore review 
trends in the construction procurement processes for major civil and structural contracts 
that have occurred at PBC or its predecessor since 1976.  
According to Hampson (1997), public authorities traditionally concentrated on the 
relatively narrow focus of delivering construction projects—from design and 
documentation to site supervision phases. More recently, the changing role and balance 
of government responsibilities (eg. commercialisation) has dictated that government 
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agencies consider and adopt a more holistic approach to the construction project 
delivery process. This means that all phases from concept development through the 
design brief, detailed design, documentation, construction, commissioning to operation 
and maintenance be included. This broader approach requires managers of the process 
to have additional business skills including teamwork and negotiation, rather than being 
familiar with only the technical aspects of engineering and construction. 
In the case of Port of Brisbane, the process of embracing more than the three 
traditional phases of project delivery i.e. detailed design, documentation and 
construction, started some time ago—even before PBA was corporatised in 1994. From 
the studies undertaken so far, it is apparent that PBA was responsible also for the design 
brief, commissioning and maintenance for some projects. This level of responsibility is 
expanding further and eventually, as alluded to in the previous section, PBC may 
eventually develop and operate certain facilities on its own. 
PBA has typically used Lump Sum contracts for major structural works and the 
Schedule of Rates approach for earthworks or similar projects. Occasionally small scale 
contracts would have minor works designed and constructed by the contractor. More 
recently, for large scale projects like Wharf and Terminal No 6, where extensive 
earthworks and piling are involved, a partly Lump Sum and partly Schedule of Rates 
technique has been adopted to allow for uncertainties like latent conditions. Rise and 
fall (price fluctuations/escalations) has not been used for some time due to the static 
nature of Australia’s Consumer Price Index and relatively low interest rates. This has 
applied to even the larger scale and long-duration construction projects. 
Traditionally, the majority of construction projects awarded by PBA were on the 
basis of the lowest tender price. This reflects the trends evident in the survey undertaken 
in 1995 by the Construction Industry Development Agency (CIDA, 1995). The 
conclusion was that 75% of Australian constructors believed that their success 
depended on whether their bid was the lowest one. Today, bid price is still a very 
significant factor for PBC, however project quality is considered at least as important as 
the price factor. 
 
Use of Pre-Qualification and Quality Assurance Criteria 
The latest contracts awarded by PBC in 1996, required the potential contractors to 
demonstrate relevant experience including: a list of contracts in this type of work over a 
period of time, together with their financial capacity, environmental management plan 
and an accredited Quality Assurance system. In these contracts the contractor also had 
to be pre-qualified to existing Queensland Transport (QT) and Main Roads (MR) levels. 
The QT and MR system adopted by PBC qualifies contractors on a yearly basis 
with respect to the above factors. The roadworks pre-qualification scale ranges from R1 
to R4 and Bridgeworks from B1 to B5. For instance, the development of Wharf and 
Terminal No 6 at Fisherman Islands required B5 Bridgeworks for greater than AUD$12 
million, and R3 Roadworks for value of up to AUD$12 million. Similarly, the 
construction of Lucinda Drive at Fisherman Islands required a level of R2 for 
roadworks of value up to $5 million (Boyle, 1997). Appendix A provides details of 
these pre-qualification levels.  
Since 1992, all contracts have typically used this pre-qualification system. Prior to 
1992, it was not in practice although one of the projects in 1986—Patricks Operations 
Wharf—had tenderers short listed through a pre-registration system. This was the only 
instance such practice was adopted. According to MacLeod (1984) this method was 
often considered as an additional administrative burden, whereas professional vigilance 
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during the consideration of tenders could often detect possible collusion or 
irregularities.  
Quality Assurance (QA) was introduced into PBC contracts in 1989. From that 
time on, all tenderers were required to implement an approved QA system for specified 
contract works. In 1996, the QA scheme was made a mandatory requirement—potential 
contractors must have a pre-existing and accredited QA in place. Also introduced at this 
time was a requirement for the successful contractor to design and implement a 
Construction Environmental Plan for the duration of the contract works (Boyle, 1997). 
With respect to the environmental protection, all contracts awarded by PBC before 
the Environment Protection Act came into force in 1994, contained a clause under the 
Harbours Act prohibiting discharge of effluent into water. In 1990 a full-time position 
of Environmental Officer was established to monitor the impact of port development on 
the environment. Refer to Table 1 for better historical representation of the above 
comments. 
 
Design and Construction and Fast Tracking 
Since its inception, PBC projects have been typically designed in full and then let to 
public tender for construction. The latest wharf contract, Fisherman Islands No 6 
awarded in 1996 and Fisherman Islands Wharves No.’s 1 & 2, from 1990 had the 
reinforced concrete structures fully detailed in-house. In this way, it was believed the 
organisation could yield a lower total facility cost—including construction and future 
maintenance. All other wharf contracts required the contractor to employ a structural 
draftsperson to fully detail the structural reinforcing (Boyle, 1997). 
The only PBC contract that was fully let as a Design and Construct contract was 
awarded in 1992 for the development of the Brisbane Vehicle Compound at Hamilton. 
This project had difficulties regrading construction quality and this form of contract has 
subsequently been treated with caution (Boyle, 1997). 
On a number of occasions, PBC called for Expressions of Interest (EOI) for the 
potential development. For instance, the Expression of Interest’s were called for the 
development and operation of the Coal Handling Facility and Grain Terminal at 
Fisherman Islands during 1981. Once these were received, a checklist was developed to 
evaluate the party’s submission with respect to previous experience, details of 
development, finance, tenure, operation, management, disputation, resources and 
environmental aspects.  
The latest example of an Expression of Interest being called took place in 1993, for 
the development of the Rail Intermodal Terminal (or Brisbane Multi Modal Terminal as 
it is now known). However the PBA Board decided not to proceed with such proposals 
but rather have the authority to develop and install an operator, Queensland Rail in this 
particular case. This was the last major contract awarded by PBA, before 
corporatisation occurred in 1994. Appendix B outlines the BMT contract award 
procedures in greater detail. In reviewing this case, it is clear that a series of consultants 
were involved. The reason for this was the limited time available, requiring design and 
construction phases to overlap—hence fast-tracking was adopted. Zaheeruddin (1994) 
states that this type of project delivery is sometimes referred to as a Provisional Lump 
Sum and provides time savings, adequate control over cost and quality, retains full and 
effective competition and requires all potential contractors to be familiar with this 
method and project. This development proceeded to a successful completion as a result 
of sound working relationships between all the parties (Boyle, 1995). The fast-tracking 
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method was also used on later projects with Fisherman Islands Wharf 6 and Terminal 
contract being the latest, awarded in 1996. 
 
Table 1: Representative Major Civil and Structural Contracts Awarded - 1977 to 1996 
 
Year Title Principal 
Contractor 
Value 
    $ 
Design 
Documentation 
QA  
Environ. 
Protect. 
Tender 
Type 
1977 FI Access 
Road & Rail 
Thiess Bros 4.2 M Consultant, PBA 
Consultant 
Marine Act  Lump Sum 
Sch. Rates 
1977 FI Container. 
Wharf 
Hornibrook 
Group 
6.6 M Consultant, PBA 
Consultant, PBA 
Harbours 
Act 
Lump Sum  
Sch. Rates 
Rise, Fall 
1980 FI Internal 
Road, Rail 
Q.H. & M. 
Birt 
0.8 M Consultant 
PBA 
Harbours 
Act 
Sch. Rates 
Rise, Fall 
1981 Terminal No 
2 Building 
McDougal-
Ireland 
2.2 M Consultant 
PBA 
Harbours 
Act 
Lump Sum 
1981 Transit. Coal 
Facil. Wharf 
Hornibrook 
Group 
2.1 M Consultant, PBA 
PBA 
Harbours 
Act 
Lump Sum  
Sch Rates 
1983 FI Road 
Upgrade 
Pioneer  
Asphalt 
0.7 M PBA 
PBA 
 Schedule of 
Rates 
Experience 
1983 FI Grain 
Terminal 
Earthworks 
 
Walker Civil 
Engineering 
0.7 M PBA, Consultant 
PBA 
Harbours 
Act 
Sch. Rates 
Experience 
1984 FI Grain  
Wharf 
Davies 
Enterprises 
2.2 M PBA, Consultant 
PBA 
Harbours 
Act 
Lump Sum 
Sch. Rates 
Rise, Fall 
Experience 
1986 Patricks 
Wharf 
Baulderstone 
Hornibrook 
4.9 M PBA, Consultant 
PBA 
Harbours 
Act 
Lump Sum 
Sch. Rates 
Rise, Fall 
1987 Patricks 
Facility 
Terminal 
Richard 
Crookes & 
Associates 
1.4 M Consultant 
PBA 
Harbours 
Act 
Lump Sum 
Rise, Fall 
Experience 
1992 Port Drive  
Overpass 
Bielby 
Holdings 
3.0 M PBA ,QT 
Consultant 
PBA 
Quality 
System 
Harbours 
Act 
Lump Sum 
Prequalif. 
1993 Pinkenba 
Wharf 
Redevt. 
Fletcher 
Construction 
4.4M QT, PBA 
PBA 
Quality 
System 
Harbours 
Act 
Lump Sum 
Sch. Rates 
 
1993 Brisbane 
Multimodal 
Terminal 
Civdec 
Construction 
16.7 M Consultant, PBA 
PBA 
Quality 
System 
Harbours 
Act 
Lump Sum  
Sch. Rates 
Fast Track 
Experience 
1996 FI Wharf 6 & 
Terminal 
Baulderstone 
Hornibrook 
27.0 M Consultant, PBC 
PBC 
Quality 
System 
Environ. 
Protection 
Act 
Lump Sum 
Sch. Rates 
Fast Track 
Prequalif. 
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Developing Client/Contractor Relationships 
In quite a few instances PBC has used the same construction contractor for similar 
projects. For instance, Baulderstone Hornibrook was used previously on wharf 
construction projects at Fisherman Islands (1977, 1981 and 1986) and are now 
constructing the Wharf No 6 development. Baulderstone Hornibrooks have an 
established sound track record and are experienced with piling through existing rock 
seawalls. In this instance, they were also the lowest conforming tender. It was also 
believed that the project would be completed in a shorter period than using other 
conforming tenderers.  
In all contracts, PBC assigns a supervising engineer to monitor the progress of 
works and liaise between PBC and the contractor’s employees on the site, i.e. project 
manager, site foreman, engineering surveyor and Quality Assurance officer in the latest 
examples. This facilitates a high level of quality control and relationship building 
between the client’s and contractor’s representatives. 
At PBC the forms of project delivery that were observed to be associated with 
successful projects, are usually adopted for similar projects, with an allowance for 
variations within the project itself. However from the above discussion it is observed 
that different techniques are considered and trialled and their degree of success 
evaluated. Post contract evaluation sessions are employed following the completion of 
each major contract. Often, the new aspects of contracting relate to new legislation and 
other government requirements, for example, the State Government Preference 
Guidelines introduced in 1984 (MacLeod, 1984). 
Table 1 summarises the major civil and structural contacts awarded since 1977 and 
respective criteria. It is observed that the partly Lump Sum, partly Schedule of Rates 
system is preferred by PBC. Continuous improvement of the contract documentation is 
carried out following the completion of each contract. 
 
2.2 Concept Development 
The concept development of a particular project at PBC is closely associated with the 
strategic plan current at the time. The strategic plan together with the proposed projects 
must be approved by the Board before proceeding. Proposals for developing the 
strategic plan are jointly prepared by all General Managers and Sectional Managers. 
Employees from the different sections are involved in the decision-making process. 
Once the strategic plan is approved, the developments contained are considered further. 
Strategic directions are reviewed each financial year and depending on factors such as 
finance and time, projects are prioritised and approved. Given the strong customer-
focus, if current or potential users of the port propose to establish new or expand 
existing operations in the port, these proposals are considered very seriously. These 
ideas are reviewed promptly, since one of the major aims of a developing port like 
Brisbane is to attract more business. The Port of Brisbane’s Client Services and Trade 
Development divisions closely liaise with existing and prospective clients in concept 
development, before the Development and Technical Services division moves to facility 
design (Slocombe, 1997). 
 
2.3 Detailed Design 
Detailed design of the project is either carried out in-house or put to tender, together 
with the design brief. The brief specifies the relevant aspects of the proposed project i.e. 
tasks to be achieved, design standards, documentation and a design philosophy 
document. This brief is generally prepared by the Manager of the Engineering Projects 
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Section and a Project Engineer who will be involved with the development from design 
through to practical completion and handover to the operator. Individual design 
proposals are discussed with each consultant to ensure they cover all aspects required 
for the design. The criterion of cost is of significance but it is not the only factor used to 
select the designer. Other aspects that would influence the selection of consultants are 
design history with similar projects, ability to produce the design on time and 
familiarity with similar sites (Brown, 1986). The Project Engineer assigned to the 
project liaises and negotiates with the consultant designer throughout the duration of 
design preparation to ensure the consultant adheres to specifications. This system of 
project management has been successfully used by Port of Brisbane to design and 
administer construction contracts since the mid-1980's. 
Whether the design is fully/partially prepared in-house by PBC’s engineers and 
draftspersons or by using external consultants depends primarily on time constraints, 
availability of personnel and areas of design that require special expertise (Brown, 
1986). The introduction of CAD and other technological advancements including more 
sophisticated drafting equipment and software makes the detailed design very time 
effective. This increases the ability to design and document more projects internally. 
 
2.4 Documentation 
PBC typically uses its experience to draft up full project documentation. Depending on 
the type of contract works, relevant legislative requirements are added. Most often the 
documentation is fully developed in-house. Whether the PBC’s personnel are used or 
not for documentation purposes depends on the availability of particular people, the 
requirement of specialist expertise and time constraints. In some instances, external 
consultants specialising in drafting contract documents are employed to review 
documentation prepared by PBC and recommend improvements. Each project is 
assessed following completion and conclusions collated for use in future contracts. In 
this way any shortfalls or issues requiring increased clarity that were experienced, can 
be avoided for similar project types in the future. Table 1 illustrates that only a few 
contracts at the beginning of PBC’s operations were prepared by the external 
consultants. The development of the documentation expertise at PBC was very rapid. 
 
2.5 Handover Management and Maintenance Procedures 
The contractor is required to remedy any identified defects or problems before the 
works are handed over. The principal contractor is held liable to correct defects of the 
works, that occur during the specified defects liability period. This principle of defect 
remedy is also applied with respect to the project’s possible adverse effects on the 
adjoining properties and their environs, eg. kerbs, fences, and walls. The principal 
contractor is accountable for proper maintenance or re-establishment (in case of 
damage) of these features. Typically a manual and maintenance schedule is provided as 
specified in the contract. Adequate insurance must be in place during the construction 
works. The operator that takes over must also have an insurance policy in place to cover 
the new assets (Cadman and Austin-Crowe, 1991). This procedure was adopted for all 
contracts awarded by Port of Brisbane from the beginning. 
The facilities developed by Port of Brisbane Corporation (e.g. buildings and some 
major equipment like container cranes) are the operators’ responsibility to maintain. 
The services excluded from this are: electricity, main water supply and sewerage, 
drainage and road maintenance, and landscaping. PBC staff maintain these facilities. 
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The checking of the condition of wharves and piles is also vested in PBC. Often 
maintenance work required is awarded to a contractor on a competitive basis.  
Port of Brisbane Corporation developed its latest set of asset management 
procedures on the basis of the National Asset Management Manual published by the 
Institute of Municipal Engineering, Australia in October 1994. In this manual it is 
widely acknowledged that semi-government organisations such as PBC be expected to 
demonstrate that they are providing an acceptable level of service for an acceptable 
cost. Since corporatisation of the port in 1994, the above approach became almost like a 
second mission to PBC. This statement implies that facility maintenance is no longer 
sufficient, but rather a successful prevention strategy together with risk assessment, in 
order to avoid inconvenience, loss of trade and loss of service, is required. It also means 
that organisations will be judged or benchmarked against best practices in Australia and 
internationally. This is of paramount importance for a developing world-class port like 
Brisbane. 
The Manual suggests that one of the best tools to ensure that services are available 
with minimal problems, is a suitable computer-based information system. PBC already 
have such a system in place. It was developed from a simple asset inventory, electronic 
database, spreadsheet and as-constructed facility records. This was further enhanced as 
CAD was introduced to Port of Brisbane in the mid-1980's. An extensive and highly 
efficient information system was finally adopted at the beginning of this decade. 
However this was not the end of the asset management program. This information 
system is constantly updated to cater for the ever-expanding requirements of existing 
and new port users. The next step in this development is likely to include the 
establishment of electronic charts. 
 
3.0 CONCLUSIONS 
This paper has reviewed how the Port of Brisbane Corporation has evolved from a small 
division of a large public service department to a model of public sector corporatisation 
some 20 years later. The PBC has employed a process of continuous process 
improvement in its project procurement practices. Since 1977, the organisation has 
developed a series of contract documentation forms to incorporate current industry 
perspectives and reflect developing internal experience and capabilities. The 
progression from calling public tenders to preliminary evaluation of a contractor’s 
relevant experience, to using formally assessed systems of pre-qualification and project 
fast tracking was documented and discussed. 
More in-depth research is required to elaborate this preliminary review, but the 
analysis and results presented here provide a foundation for better understanding the 
essential factors for success in construction project procurement. A vigorous 
combination of in-house enhancements coupled with selective augmentation of 
advancements made by external organisations, forms the cornerstone of the Port of 
Brisbane Corporation’s continuous improvement process in its facility procurement 
strategies. 
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APPENDIX A 
 
Pre-qualification of Civil Contractors 
The two classes of major construction projects covered by the Queensland Transport 
and Main Roads pre-qualification system adopted by Port of Brisbane Corporation, 
include road and rail works, and bridgeworks. Road and rail classification level is 
referred to as R and bridgeworks as B. The consecutive levels refer to the financial 
capacity and technical ability of contractors with respect to their personnel’s 
experience, current and past projects and quality system. The table below summarises 
the financial and technical requirements for acceptance at each level. 
 
Qualification Level  Entitlement  Technical Capacity 
 
Road and Rail 
R1   Not Exceeding $2.0 million Manager 10 years experience 
       Civil Engineer 10 years experience 
 
R2   Not Exceeding $5.0 million Operations Manager - Civil Engineer with 
        10 years experience 
Civil Engineer with 10 years experience 
 
R3   Not Exceeding $12.0 million Operations Manager - Civil Engineer with 
          5 years experience 
Project Manager - Civil Engineer with 
             5 years experience 
 
R4   Exceeding $12.0 million  Operations Management Team 
       - Civil Engineers each 10 years experience 
       Project Manager - Civil Engineer 10 years 
        experience 
Bridgework  
 
B1   Not Exceeding $0.5 million Manager with experience 
       Civil Engineer to advise 
 
B2   Not Exceeding $1.5 million Operations Manager - Civil Engineer with 
        5 years experience 
       Civil Engineer with experience 
 
B3   Not Exceeding $5.0 million  Operations Manager - Civil Engineer with 
        10 years experience 
 
B4   Not Exceeding $ 12.0 million As for B3 level 
       Director of company involved in project 
        management 
 
B5   Exceeding $ 12.0 million  Operations Management Team 
       - Civil Engineers each 10 years experience 
       Project Managers - Civil Engineers, each 
        having 10 years experience  
 
(Source: Queensland Transport Prequalification of Civil Contractors for Major 
Transport Infrastructure Works, 1996) 
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APPENDIX B 
 
Brisbane Multimodal Terminal (1993)  
In 1993, PBA embarked on one of its biggest projects. It was the development of Rail 
Intermodal Terminal (or Brisbane Multimodal Terminal as it is now known), to be 
completed and operational by the end of 1994. It was worth AUD$16.7 million. 
The aim of this project was to improve the transfer of railed containers and bulk 
cargo in the port, at the one location. Previously there were individual rail sidings into 
each container terminal. This meant that the train had to be divided into shorter lengths 
and each part directed into the relevant terminals. Before departing, the train had to be 
reassembled together after unloading and loading of containers. This method frequently 
caused delays in turnaround time and increased costs (Boyle, 1995). 
The conceptual design, user needs and layouts for this development were agreed 
upon at the co-ordination meetings attended by the relevant organisations i.e. 
Queensland Rail as the operator, PBC as developer and the major customers, Conaust 
and Patricks (Boyle, 1995). 
After PBC’s resources were reviewed and the specialist work areas considered, the 
design for this project was divided into the following parts: 
 
Rail Terminal    Designer 
Civil Design         PBC 
Pavements          BHP Eng & Connel Wagner  
Electrical & Communications    PBC & Connel Wagner 
Lighting          Kinhill Cameron & McNamara  
Geotechnical          Golder Associates  
Building          Macksey Rush & Lindsay 
Cargo Handling Equipment    PBC 
Tender Documents        PBC 
 
Port Drive Roadworks 
Services & Lighting       Connel Wagner 
 
Container Park Access Road 
Services & Lighting       PBC 
 
(Source: Boyle, 1995) 
 
The civil contracts comprised two separate documents. They were: 
1. Pavements and Services, and Port Drive Roadworks 
2. Operations Building. 
The first contract was awarded to Civdec Constructions Pty Ltd with Kennedy 
Taylor as the electrical subcontractor The second contract went to GW Chalmers Pty 
Ltd who was Queensland Government QBuild experienced. (Boyle, 1995). 
The completion of the project was delayed by one month only. Comments from the 
operator and port users have been very positive (Boyle, 1995). As an example of the 
performance improvements made possible through the construction of this new facility, 
the cargo train turnaround that previously took two or three days, can now move 
containers in four to six hours (PBC Shipping Handbook 1996/1997). 
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